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1. Q. What was the averege life of freignt cars?

A.

1 [the average life of a freight car was 15
years, or possibly less. Very poor care was taken of freight cars which
would account for this short life.

2. Q. What was the average daily and yearly run (in kms and in bours) of a locomotive
crew? What was the time out for repairs of varicus classes?

A. Each engine had two teams of wen aseigned to it. These two teems were the
only cmss who cperatesd a particular engine and wers responsible for its
mgintenance and minor repeirs. The whole railroad was divided into vhat we
called "legs". An average leg was about 120-130 km  One crew would take
the engine ons "leg” and back again to its home depot, rather than have
saother crew teake over and continur on the line. The whole roued trip, in-
cluding “%op over at end of run, would take about 17 to 18 hours. Actually
there vas a rule saying that an engine driver could not drive an engine more
then 12 hours tut this rule wes often dieregarded beczuse of the shortage of
enginsers. A crew had to put in a minimm of 192 hours, consisting of these
17-18-hour shifts, each month. Everything over that was considered overtime.
About 15% of this total was spent in getting to the train, starting the engine,
stand-by time, etc. About 300lm was the average daily run for a crew. Every
month about three days would be spen* for monthly inspectioms, washing, etc.
Every 120~thousand or 150-thousand km major repairs would be made which lasted
for about three months. Then, of course, at the engineer‘'s request, emergency
repairs could be cbtained.

.3-4. At the locomotive division point;‘ L how many loccmotives
’ ., were there of each type (freight, passenger, switching)7 - ’

A ot was in Golta, not far frum Olessa, in the southern Ukraine.
there were about 20 passenger locomotives £
these atout iy were of the type nown &s "S" and about five. o ype known

as "IS". There were approximately 60 freight engines of various types. The
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most powerful was the "FD" which carried e maximum load of 13,334 pounds. Thexe *

were very few of these snd they were used mostly for hauling heavy loads like coal,
copstruction material, etc. Alsc, there were types known ae "SHCM", “EKE”, “ESE"

AND "EM". For switching they would just use cue of the old freight locomotives as

they 4id not have any specisl kind of switching engine.

k. Q. Of these locomotives, how many vere () operating on the line,(b) waiting resdy to
go out on a rum, {c) in reserve in operable condition, (d) under repair or waiting
repair?

A. Of the 80 locomotives at Golte, in an average day 40 of them would be working on tne
line, while ebout 20 would be in reserve. There vere two kinds of reserve, "hot"
reserve, and "cold" reserve. Hol meant locomotives ready to stert any time. Cold
meant they had to be started, that is make the fire, etc. Ten more would be in
what 1s called "speciel"” reserve or "emergency" reserve and in orderto use those
locomotives an order from line administration was necessary. Local authority
hed no power over “special” reserves. In other words, the station alone could not
deteymine if an emergency existed. What would be considered emergencies would be
something like harvest time, total mobilization, tramsportation of troops for
sumer exercises, etc. Ten more would be in all kinds of repair stages. All of
ttc above, of course,. zgpiies only to my particular depot and all stations varied

to some extent.

5. A. From the time a locomotive reached the end of a rum to the time it started on the
return run, what was the average elapsed time?

A

.

With regard to freight trains, considersble time was lost because traffic was
pcerly coordinated end because of a very poor schedule. An attempt was made to
keep passenger trains on a reguiar schedule according to the time tables. Freight
traips often had to walt long periods of time. On a 1GC~km rip, stops of an hour
or two were often made in order to let some special. treins through. Therefore, the
ween the end of the run and the time the train started back, but
aversged iwo to three hours. An effort was made to try to use
the freight locomotive again on the way back, but often it would be sent back
empty because of this very poor coordination.

o

6. Q. On the average, how long did it take from the time e crew was called to the time
the train left on its run?
A. Wnile pussenger train crews hed a more or iess sect working day, starting st & certain

hour and ending at & certain hour, all freight train crews had to be on call at
25X1 21l times. Our vorking day started from the moment we signed a trip ticket which

was shortly before starting the locomotive. It did uot teke very loag for us to

get to work, usually 10 or 15 minutes, as usually the reilroads hed housing projecis

for al). their employees right near the deprot. Because of the poor coordination and

he fact that they actually never knew what wvas it often happened that

M considerable time waiting around
This time would not be considered as working time.

T. Q. On the average, how long did it take to refuel and water a locomotive?

A. The time spent on refueling and watering of the engine depeanded very much on the size
of the station. The big stations had fairly modern equipment and it would not take
more than 15 minutes to refuel and the same emount of time for watering. Some of the
spall staticus, however, had very primitive equipment, next to nothing, apd it wes
often necessary for the train crew to shovel coel by hana; and use snow instead. of

25X1 waier. This was particularly true along new lines and along lines that were in

25X1 stages of construction. In that case a stop could last as long as twd hours. -
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